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TRANSPORT TARIFF AS A TOOL TO ACHIEVE CITY GOALS
Etymologically, the word 'tariff' derives from Arabic, in which the word 'tarif' means an announcement or announcement. The concept of tariff methodically identifies systematic lists of prices for goods and services. The tariff definition describes it as a price list for services, including the terms of applying these prices, given in a suitable form to public knowledge (Grzywacz, 1985:p.31 ). The tariff tool is often used to calculate the price for services such as telecommunication, electricity supply, gas supply and a range of other services, including transport services.
Tariff systems are often internal in nature, due to the lack of necessity for them to be confirmed by a competent state authority. The necessity of approving selected tariffs is, in turn, one of the tools of the socio-economic policy of the state. Regarding public transport in cities and agglomerations, shaping prices for public mass communication services is part of the city's policy by authorised bodies.
The concept of transport tariff has practically a different interpretative range, from very narrow to very wide. In terms of narrow transport, tariff is identified with the table of charges for transport services (Grzywacz, 1985:p.99 ). In the broader sense "(...) by the transport tariff is understood as an official list of fees (unit prices) for the performance of specific transport services (transport and special), as well as a set of regulations specifying the conditions of applying these rates and the manner calculating the fees for individual transport services according to them " (Grzywacz, 1985:p. 99 ). Summarily, the transport tariff is understood not only as a table of fees along with the rules for calculating the fees but also a set of rules and regulations defining the conditions for the performance of specific transport services (transport and forwarding) (Jackiewicz et al., 2010) . The scope of the tariffs currently in force has been influenced by the regulation of civil law relations and the association of economic turnover, as regards the provision of transport services or, more generally, transport and logistics services, including insurance services. Thus, the concept of tariff is very often understood in very narrow and colloquial terms, identified with the price list itself (Koźlak 2007:p.329) .
A high multiplicity of tariff solutions characterises the modern market of passenger mass transport in urban areas with the goal of attempting to satisfy the expectations of as many customers as possible, optimally. Due to the period of application of individual tariff systems/tariffs and the scope of their application, we can distinguish three consecutive generations (Pietrzak 2017: 48) (Figure 1 ).
Public transport organisers were forced to replace the standard forms of travel settlement, single-pass tickets (enabling one-way travel only), which give the ability to travel in a more flexible way, owing to changes in the needs and requirements of customers, as well as their more frequent choice of means of individual transport. To meet clients' needs, the tariff based on travel settlement centred on its duration was becoming more and more popular in cities. Time tariff is usually built on the principle of creating several time windows (for example, 20, 40 and 60 min) and using different ticket denominations for them. For obvious reasons, this accounting system is accepted primarily by those groups of customers who, while making their journey, make maximum use of the time provided for the selected ticket. The remaining groups are forced to buy a ticket that exceeds their real-time need to complete the journey. Carriers, realising that the indicated ticket was not used often, even stipulated in the rules of carriage that it was not possible to transfer such a ticket, still active temporarily, to another user. Such carrier practices also met with the reaction of the Office of Competition and Consumer Protection, which called in some instances for "discontinuation of activities that 233.
could constitute practices infringing collective consumer interests". The introduction of the time tariff (Table 1) in place of (or as an additional form) single-trip ticket was theoretically a significant "nod" by the public transport organiser towards new customer requirements; Customers who wanted to travel by only one means of transport on a fairly short distance or making their trip required using more vehicles (multimodal travel/broken journey). A very important aspect of the time tariff is the impact of traffic on the network and the density of stops on the varied distance range of the ticket. Individual customers, when purchasing a timed ticket with the same denomination, due to the diverse nature of the network, have a significantly opposing buying power of such a ticket (in terms of its potential for servicing a specific travel distance expressed in kilometres, possible to travel). In addition, due to the differences between the timetable and the actual travel time, resulting from delays in public transport, there is a discrepancy in the interpretation at which moment the time ticket expireswhether after the actual time provided for its denomination, or after reaching the place chosen by the customer, which according to the timetable falls within the time value provided for the given ticket. Organisers of public transport, observing changes in the preferences and needs of customers, as well as the process of the annual decrease in the number of purchased tickets in most urban areas, began in recent years to implement the process of broadly understood changes in the construction of a transport tariff. They aimed to create such a tariff that would contribute to increasing interest in public transport. The new, emerging tariff solutions, generally defined as the third-generation tariff group, are intended to allow the application of different rates depending on the length of the journey, while providing, within the purchased ticket, the possibility of changing modes or transport modes (broken and multimodal transport). The implementation of the indicated solutions is currently facilitated mainly due to the highly developed ICT tools system. One example is the so-called stop tariff and kilometre tariff ( 
EXAMINATION OF BUDGETS OF SELECTED POLISH CITIES IN THE ASPECT OF CO-FINANCING PUBLIC TRANSPORT
Municipal tasks execution in the field of local public transport requires securing sources of financing, as fees charged pursuant to the Act of 16 th December 2010 on public collective transport, in connection with the provision of public transport services, do not cover the entire expenditure spending by municipalities or their organisational units. The amount of expenses related to the local collective transport varies depending on the municipality and the urban public transport system. The shape of the urban local transport system and its organisation are mainly determined by the size of the commune, usually measured by population and area. When selecting cities for analysis, it should be borne in mind that not all small urban centres have urban public transport systems; in large and major cities, however, these systems are an inseparable part of them (Dydkowski, 2014: pp. 74-86). Considering the parameter, which is the size of the unit, for the purpose of analysing and examining budgets in terms of financing local public transport by municipalities, the study selected cities on the rights of the poviat over 200,000 inhabitants (the exception is Sopot, which was considered due to its transport connections within the Tri-City). The purpose of the analysis of municipal budgets (cities with poviat rights) was to assess the total expenditure borne by municipalities for financing local public transport and to determine the number of subsidies that these municipalities incur in connection with the implementation of tasks related to local public transport. The analysis allowed us to make a diagnosis, and, in particular, to study the amount of expenditure and the amount of subsidies realised by the selected cities in 2007 -2017, with data for 2017 being the forecasted figures. The analysis covered 11 cities considered comparable due to the specificity of local public transport, including Szczecin, Poznań, Wrocław, Warsaw, Kraków, Toruń, Bydgoszcz, Gdańsk, Gdynia, Sopot and Łódź. For the purpose of budget analysis and analysis, data from public statistics available in the Public Information Bulletin (BIP) were used. For the analysis of communal expenditure incurred in connection with the implementation of the task defined as local collective transport, financial data from budget classification 6004 was used. Local collective transport including current and property expenditure departments, own income, whereby the category of own income corresponds to that defined by the Act of 13 th November 2003 on the income of local self-government units by Local Government Unit (LGU) revenues. Data on the population of individual cities come from the Local and Regional Data Bank. The number of subsidies to the public collective transport port was calculated as the amount of current expenditure on local public transport reduced by revenues from public transport tickets. The study of budgets of selected cities was carried out in terms of diagnosing the amount of co-financing of public transport in the overall budget structure and as a subsidy per capita. Overall, Warsaw and Sopot stand out clearly in terms of the highest and lowest data volumes, respectively. However, these differences are not so significant for both cities in the per capita ranking. Warsaw is a specific unit, both because of its functions as the capital, and its central location, which determines its communication with the surroundings. Warsaw is also the city with the largest population, area, population density and the largest number of entities and jobs in Poland (Dydkowski, 2014: p. 77). Sopot, in turn, in the subsequent years covered by the analysis was the leader in the ranking. Analysis of budgets of selected cities in terms of the amount of expenses incurred in connection with the implementation of local public transport services in 2007 -2017 showed that among the surveyed units, Warsaw had the highest spending level in the analysed period, while the lowest level of expenditure was shown by Sopot ( Source: own elaboration based on BIP On average, in the analysed period of the city covered by the analysis, they spent PLN 470 million on purposes related to urban transport, the minimum expenditure amounted to PLN 2.6 million, and the maximum was PLN 4.097 million. Detailed data are presented in Table 2 .
Analysing the budget data of cities, the crisis of 2008+ should be taken into account, as it impacted on the budgets of the local government units in Poland, both to the income side and the expenditure side of budgets. In particular, the impact of the crisis was manifested by a decrease in revenue from the local government taxes and income from the local government shares in taxes: income from individuals and from legal persons. On the expenditure side, on the other hand, self-governments reduced expenses or postponed investment acquisitions by making financial restructuring
The impact of the crisis was mitigated by the availability of EU funds from the financial perspective 2007 -2013, which selected local governments who spent on investments in the field of local transport. After 2014, the amount of investment expenditure incurred by local governments with the participation of EU funds from programmes financed under the 2014-2020 financial perspective should also be considered. An important analysis is provided by the analysis of expenditure on local public transport in selected cities per capita. Two cities, Warsaw and Poznań, stood out, and in 2015 also Szczecin, which has spent additional funds (PLN 399.5 million) on investment and investment purchases. Taking into account the ratio of expenditures incurred from the budgets of the analysed cities to local collective transport in relation to their total revenues, local transports are issued by individual cities: Warsaw -on average 22%, Poznań -16%, Bydgoszcz -15%, Gdynia -14%, Gdańsk -13%, Toruń -13%, Szczecin -13%, Kraków -12%, Łódź -11%, Wrocław -10%, Toruń -5%, Sopot -1%. In addition to investment costs, such as exchange and modernisation of rolling stock, the parameter explaining the sum of costs incurred is saturation with communication services and transport performance, which in the capital is at the highest level compared to the analysed cities Source: own elaboration based on BIP Analysis of current expenditure per capita incurred on local collective transport in cities confirms similar trends that occurred in the analysis of total public transport expenditure. The largest number of local congregational transport per capita is generated by Warsaw, Poznań, Gdynia and Gdańsk, the lowest expenditure level is found in Sopot and Toruń. An analysis of the level of cofinancing of public transport in individual cities showed that only in three of them; Kraków, Szczecin and Toruń in the selected years with the receipts from communication tickets, were dominated by the value of current expenditure incurred, and these cities thus obtained surpluses. In Table 4 these periods have been marked with the number 0. revenues from public transport tickets do not ensure their full financing (on average they cover 40% of the demand for funding). Both on the side of current expenditure (the cost of providing services) and property expenses (including investment costs) allocated for financing urban transport, an upward trend is visible. This is determined by various factors, including the need to provide transport services for residents of developing and growing cities, the increasing rate of individual motorisation, the degree of amortisation of fixed assets, changed consumption patterns, growing customer requirements, and undertaken investments. It should be expected that this trend will continue in the coming years, which will force changes in the method of calculating tariffs, as well as the model of providing public transport services by municipalities.
CONCLUSION
Shaping the attractiveness and competitiveness of public transport in relation to individual motorisation is not only dictated by environmental protection issues, that is, reduction of the negative impact of individual motorisation, but is part of widely defined goals of sustainable development and a modern image of the city. Already today, some cities offer free public transport, however, a number of cities try to finance the costs of collective transport in a certain part from ticket revenues, treating the tariff as a marketing tool and achieving other goals included in the city/metropolis strategy. An illustration of such goals is, for example, senior policy (for example, free communication for seniors), pro-family policy (for example, monthly tickets for 1 PLN for children from the so-called large family). Thus, the shaping of the tariff system is the result of a bundle of goals from which the income function does not have to be the most important. This is reflected in the course of increasing the share of public finances (budget) in financing public transport. The introduction of free communication is a significant limitation and deprivation of the city/metropolitan authorities of the possibility of affecting selected areas of social policy by means of a transport tariff. In the case of free public transport, costs are borne by the city/and the beneficiaries are not always residents of the commune. Very often, the beneficiaries may become residents of neighbouring communes, which municipalities are leading an aggressive policy towards the municipality-centre by charging both residents and other sources of communal income (for example, investors, etc.). Each of the analysed tariffs has specific features that clearly indicate its applicability. Transport operators, choosing individual ones, should be aware of the wide spectrum of individual solutions, as well as the local specificity of the transport system. A tariff that works efficiently in another area does not always have a chance of full implementation in the home area. It is also important that in planning the implementation of new tariff solutions, it is worth keeping in mind any changes which are planned in the forthcoming years in the public transport system of the area, for example, the introduction of new branches of transport (subway, city rail, etc.). Additionally, it should be emphasised that the tariff system of public mass communication also becomes a tool for implementing city/agglomeration policies and shows certain modernity of solutions adopted and openness to the needs of residents who increasingly contribute to the costs of maintaining this system. That is why, progressively, public budgets of cities are sources of financing the functioning of collective public transport, in other words, their total costs are on the rise.
